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STATEMENT OF FACTS CONCERNING LOSS 


OF P4M.10 MERCATOR PATROL PLANE 
\ DECLASSIFIED ON NIGHT OF 22 AUGUST. 1956... ‘ 
PAWN, po" oak nreerr o 2 avemer 19s¢ 








On the night of 22 - 23 August 1956, while on.a routine perimeter patrol 
flight about 40 miles off the coast of Communist China, between latitudes 
of 35 and 28 degrees north, a United States Navy P4M-1Q Mercator Patrol 
bomber reported that it was under attack by aircraft, The plane thereafter 
failed to arrive at its destination and it was subsequently determined to 
have crashed at sea in the vicinity of latitude 30 degrees and 20 minutes 
north and longitude 123 degrees east, The patrol flight originated at the 
U, S. Naval Air Station, Iwakuni, Japan, and it was to have terminated at 
the U, S, Naval Air Facility, Naha, Okinawa, The plane and crew were: attached 
to Electronics Countermeasures Squadron One, and on the night of the loss the 
plane was under the command of Lieutenant Commander Milton Hutchinson, file 
number 278487, designator 1317, U. S. Naval Reserve, Other members of the 
crew were: ; 


Lieutenant (junior grade) James B, Beane. 536882/1310, U, S. Navy - 
Lieutenant (junior grade) Francis A, Flood, Jr., 569963/1310, U. S. Navy 
Lieutenant Commander James W. PONSFORD, 319469/1352, US, mee 
BARBER, Donald Wayne, 429 74 70, AT2, U.S, Navy” 

CARON, Warren Edgar, 422 30 03, AO2, U. S, Navy 

CURTIS, Jack Albert, 451 56 24. AT3, U. S. Navy 

HASKINS, William Frederick, 666 27 68, AT], U. S, Navy 

HUMBERT, William Michael, 281 90 43, AO3, U. S. Navy 

LOUNSBURY, Harold Edward, 382 29 69, ADI, U. S. Navy 

MATTIN, Albert Perry, 954 50 10, AT1, U. S. Navy 

SPRINKLE, Donald Eugene, 456 83 97, AT3,.U. S. Navy: 

STRYKOWSKI, Leonard (n), 452 14 32, AT2, U. S, Navy : 

YOUNG, Lloyd Lawayne, 373 85 93, AD3, U. S. Navy 

MESSINGER, Carl Edwin, 628 36 75, AT2, U, S, Navy 

POWELL, Wallace Winslow, 444.51 67, AE2, U. S. Navy. 





On the same night of the loss of plane:number 124362 a similar P4M-10 
plane (number 124364) piloted by Lieutenant Commander Fred Struthers took 
off from Iwakuni about one hour ahead of plane number 124362 and proceeded 
through the same patrol area. This flight was made without. incident and 
LCDR Struthers safely terminated his flight as scheduled at Tainan, Taiwan, 


LCDR Hutchinson's orders for his patrol were to proceed: from Iwakuni 
via Fukuoka, Japan, to latitude 33-30 north, longitude 122-50 east at: 
which point he was to turn to the south and proceed on courses paralleling 
the Communist Chinese coast until he arrived at latitude 28-12 north, 
longitude 122-13 east, where he was to break off his patrol and pape 
\to Naha, Okinawa, 
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Specific information concerning this flight was as follows: 


"Take off from Iwakuni, Japan at approximately 1000 GCT (1900 local 
zone plus nine time) 22 August, Altitude to be maintained was to be 
less than 8000 feet at all times, True air speed was to be varied at 
discretion but to be usually maintained at about 180 knots, 


"proceed on course to make good 254 degrees true, distance 95 miles 
to Fukuoka, Japan, where turn to a course to make good 269 degrees 
true for a distance of 437 miles to arrive at Latitude 33-31 North, - 
Longitude 121-34 East, This was the entry point to a perimeter track 
south along the Chinese coast, 


"From Latitude 33-31 North, Longitude, 121-34 East proceed on course 
to make good 151 degrees true for a distance of 162 miles to Latitude 
31-10 North, Longitude 123-15 East where turn to course to make good 
163 degrees true, Proceed on this course a distance of 60 miles to 
Latitude 30-12 North, Longitude 123.35 East, where turn to course to 
make good 207 degrees true, : 


"Proceed on course to make good 207 degrees true for a distance of 
138 miles to Latitude 28-10 North Longitude 122.24 East where turn to 
course to make good 113 degrees true a distance of 308 miles to Naha, 
Okinawa." 


Specific information concerning LCDR Struthers’ flight was as follows: 


"Take off from Iwakuni, Japan, at approximately 1000 GCT (1900 local 
zone plus nine time) 22 August, Altitude to be maintained at less than 
8000 feet at all times, True air speed to be varied at discretion but 
to be usually maintained at about 180 knots. 


"Proceed on course to make good 254 degrees true for a distance 95 
miles to Fukuoka, Japan, Where turn to a course to make good 260 degrees 
true for a distance of 185 miles to Latitude 33-10 North, Longitude 126- 
52 East. At this point turn to a- course to make good 265 degrees true 
and proceed 238 miles to Latitude 32-50 East Longitude 122-10 East, 

From this point turn to south and proceed on a course to make good 15] 
degrees true and proceed for a distance of 115 miles to Latitude 31-10 
East, Longitude 123.15 East. Here turn to a course to make good 163 
degrees true and proceed for a distance of 60 miles to Latitude 30-12 
North, Longitude 123.35 East where turn to a course to make good 207 
degrees true for a distance of 105 miles to Latitude 28.38 North 
Longitude 122.40 East. Here turn to a course to make good 209 degrees 
true and proceed for a distance of 103 miles to Latitude 27-08 North, 
Longitude 121-45 East where turn to a.course to make good 211 degrees 

- true for a distance of 113 miles to Latitude 25.33 North, Longitude . 

- 120.40 East. Li eee 


"Here turn to a course to make good 225 degrees..and proceed for a. 
\\ distance of 79 miles to Latitude 24-38 North, Longitude 119-40 East 
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where turn to make good a course of 163 degrees true and proceed 106 
miles to Tainan, Taiwan,’ | 

Neither of these particular enevele including any planned devi- 
ations from the assigned track and no reports of such were receied 
from either aircraft, 


Plane number 124364 took off approximately on schedule at 1004 GCT, 
Plane number 124362, however, because of a minor hydraulic derangement, 
did not get into the air-until 1120 GCT, -This derangement was fully 
repaired prior to take-off, By 


LCDR Struthers arrived at his perimeter patrol point approximately on 
time and completed his assigned patrol mission without ‘incident, arriving 
at Tainan, Taiwan as scheduled, No communications were conducted between 
plane 124362 and 124364, and until their arrival at Tainan LCDR Struthers 
and his crew were not aware that plane number 124362 had experienced 
difficulty. 


After departing Iwakuni the following information is:all that was 
received by radio by LCDR Hutchinson's plane: 


"A message stating that the phane has taken 2a at 1120 GCT 22 August; 
(out report), : 


“A message stating that the. Sane s 1230 GCL position 22 August was 
‘Latitude 33-32 North, Longitude 128-18 East; 


“A message stating that the plane's 1330 or er ugadt was 
Latitude 33-51 North, Longitude sense East; : 


“A message stating that the elaine? S 1445 GCT aes 22 August was 
Latitude 32-48 North, Longitude 121.56 East; 


"A message stating that the plane’ § 1545 CT position, 22 anaes was 
Latitude 29.48 North, Longitude l2en08 Bast; 


"An emergency transmission at 1619 GCT, 22 ANGUS? s Stating that 
plane was under attack by aircraft," 


‘Immediately following the report from plane 124362 that it was under 
attack a sea-air rescue unit was alerted that same night and this was 
augmented. on the following day by. an intensive. sea and air search of the 
area where it was suspen ted: that the plane. gn have gone down, F 


Subsequentiy: on 24 August 1956 at latitude 30.23 North, Pong itis 123. 
03 East, the body of Albert P, Mattin, one of the crew members, and a quantity 
of debris, including effects of other members of the crew of the plane, were 
recovered by the USS Dennis J. Buckley (DD 808), On 29 August the body of 
LCDR James Ponsford was recovered at latitude 30.22 North, Pongseude 123.12 
East by the USS Taussig (DD 746), 
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From the geographical location of the bodies of Mattin and Ponsford 

and the plane debris, and on the basis of a reconstructed probable track, 
it appears that plane number 124362 crashed into the sea in the vicinity 
of latitude 30.23 North, longitude 122-53 East, 


The debris was returned to Iwakuni where it was examined and determined 
to be from the missing plane, leaving no doubt but that P4ii-1Q 124362 was 
lost at sea, The nature of damage to the debris, showing great impact, 
probable explosive and definite fire damage indicate that the plane must 
have struck the water with great force after a fire or explosion in the air, 
The nature of charring and burning of recovered parts of the wreckage indi- 
cated further that there must have been a fire on the water after the plane 
struck, : 


Among the articles recovered was a parachute harness with the name of 
HUMBERT, one of the crewmen of plane 124362, stamped on it, and the flight 
jacket of LOUNSBURY, who was Plane Captain for the flight, His squadron 
issue number was stamped on the jacket, oe 


A nearly perfect 37 MM projectile was removed from one of the recovered 
bomb bay tanks, and examination showed that the projectile had forcibly 
penetrated the tank, 


The bodies of Mattin and Ponsford were returned to Iwakuni for 
identification and then forwarded to the U..S, Naval Hospital at Yokosuka, 
Japan for autopsy. While at Iwakuni two metal fragments were removed from 
Mattin’s body, These fragments subsequently were identified as conforming 
to known characteristics of a Soviet-designed 23 MM HEIT projectile used by 
an aircraft-borne weapon, Three small fragments also were recovered from 
Ponsford's remains at Yokosuka, after having been located by X-ray, but 
tests of these particles were not productive, 


The 37 MM projectile was identified as a Soviet designed and produced 
37 MM APT projectile for use in Soviet aircraft guns, | 


On 8 October 1956 autopsies were performed on the. bodies of William 
Haskins and Jack Curtis at the Naval Hospital, Yokosuka, These bodies 
had been turned over to British: authorities at Shanghai by Chinese Communist 
authorities with the explanation that the bocies had been recovered on islands 
off the coast in the vicinity of the Hangcho Wan. No fragments were recovered 
from these bodies, 


The condition of all the bodies indicated that they had been subjected 
to a crash of great impact. In addition Mattin's body showed evidence of 
extensive burns, It was the opinion of qualified medical authority that 
the broken condition of the bodies that had been recovered was such that 
there would have been no survivors of a crash as violent as that which caused 
the injuries, 


Because the plane commanded by LCDR Struthers passed through the same; 
area only an hour ahead of LCDR Hutchinson, it appears probable that both 
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planes experienced the same weather conditions, For this reason 

LCDR Struthers and his navigator have reconstructed their track and 
navigational log to show what happened to their plane on that night, 

It is noteworthy that: unusually strong winds from the south were 
encountered and that LCDR Struthers’ navigator underestimated the force 

of these winds for nearly half of the,patrol, As will be apparent from 

an examination of LCDR Struthers’ track he was set far north of his turning 
point for the perimeter patrol, Further, the orange line on this chart 
shows where the navigator thought he-was at the time of turn and it further 
shows where he dead-reckoned his position to be at 1350.GCT, However, the 
blue line shows where the plane actually was, and the turn that was made at 
-1350 GCT shows what might have happened had not the navigator been able to 
obtain a radar fix at 1354 GCT which showed that the plane was far inboard 
of where it was thought to have been, 


This error for LCDR Struthers’ navigator was occasioned because the 
winds had been underestimated and were not taken into full account, 


The Commanding Officer of Electronics Countermeasures Squadron One, - 
Commander Harvey Larson, has very carefully studied the probability of | 
events that took place for LCDR Hutchinson that night. As the most 
experienced officer in the squadron CDR Larson has taken the navigational 
information reported by LCDR Struthers and has applied it to the infor- 
mation that was obtained by radio from LCDR Hutchinson's plane, On this 
basis the Commanding Officer has reconstructed a chart showing his estimate 
of where plane number 124362 went down, It is CDR Larson's opinion that 
LCDR Hutchinson was blown well north of his course on his westward leg and 
that his navigator had difficulty in obtaining a navigational position after 
the turn to the south was made, The Commanding Officer feels that LCDR 
Hutchinson was never able to establish his position satisfactorily and thus 
the 1545 GCT reported position which is far to the south of where 
LCDR Hutchinson actually was, It appears from that 1545 report, however, 
that LCDR Hutchinson was convinced he was far enough south to make his turn 
around the Barren Islands, and thus made a turn to the southwest. Unfor- 
tunately, however, he was still quite a bit north of those islands and thus 
this course would have taken him toward the islands of the Chu Shan archi- 


pelago. 


In reply to a United States Government protest over the shooting down 
of the plane, Communist Chinese authorities contended that they were 
unaware of having shot down a United States plane but that their planes had 
damaged what they thought to be a Chinese Nationalist plane which had 
"intruded" over the Ma An Islands and which had continued to “intrude” over 
the Cheng Tze Islands until Communist Chinese aircraft were encountered over 
Huang Tse Shan Island, The plane was there hit and damaged after which it 
flew off in a southeasterly direction. There is no verification of this, 
but if the plane did in fact approach Communist Chinese territory it could 
only have been because of a most unfortunate and untimely error in navi- 
gation, It is significant that bodies of Mattin and Ponsford and the debris 
were recovered at sea more than three miles from any Communist claimed islands. 
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- At the time of his loss LCDR Hutchinson was the most experienced 

patrol plane commander in Electronics Countermeasure Squadron One. He 

; had been with the squadron since its organization and was thoroughly 
familiar with the work he was doing. In addition, LCDR Hutchinson had 
served as squadron operations officer and as such had only a few days prior 
to his last flight prepared an operational instruction for the conduct of 
squadron patrol missions. The other officers likewise were considered 
capable of handling their jobs and the collective crew was considered to 
be the best in the squadron, LCDR Hutchinson personakly was a prudent and 
careful officer who was not inclined to reckless or careless action, He 
was under no orders on the night of the loss to do other than conduct a 
routine patrol mission, 


Plane number 124362 was armed with 20 millimeter and 50 caliber machine 
guns, Ammunition ‘was on board for these guns and orders to the crew were 
that they should fire only in self-defense, The plane commander was under 
strict orders to avoid provoking or aggressive action of any type, He was 
to approach no closer to the Communist held territory than his assigned 
flight track, which in this case would have kept him at least 40 miles from 
the Communist mainland at all times and at least 13 miles from the nearest 
Communist island, If approach inside the track was made, immediate action 
was to be taken to return to its assigned track. 


The briefing of this crew before its flight was extensive and thorough. 
All required navigational equipment was aboard and the plane itself at the 
time of its departure was in satisfactory operating condition. No operational 
difficulites were reported by the plane prior to its loss, and the only 
message out of the ordinary was that utilizing emergency procedure which 
reported that the plane was under attack, The suddeness of this message 
and the immediate silence thereafter indicate that the attack was without 
warning and was conclusive with no opportunity having been afforded the 
plane to withdraw under escort if it was in fact too close to Communist 
territory, 


The only P4M type aircraft being operated in the Pacific at the time 
of the incident were the six planes assigned to Electronics Countermeasures 
Squadron One. No other country had planes of similar appearance, On the 
night of the loss LCDR Struthers reports that the visibility in the Shanghai 
area was good with some undercast, There was a bright moon showing which 
should have afforded easy identification of the plane, which was marked in 
accordance with standard policy. 


The patrol mission assigned to plane number 124362 on the night of 
22 August was to be conducted wholly over international waters, it was 
not aggressive in character, nor were the members of the crew briefed to 
perform aggressive acts during the patrol, The patrol activity which the 
plane was to conduct was solely passive, of peaceful nature, and only for 
intelligence purposes which would not and could not interfere with any 
activities being conducted within the territorial limits of Communist China, 
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EIECTRONICS COUNTERMEASURES SQUADRON ONE 
U. S. Naval Air Station 
‘ Iwakuni, Japan 

Harvey LARSON, having been duly sworn, deposes and says: 

I am a Commander in the United States Navy. My present duties are 
as Commanding Officer of Electronics Countermeasures Squadron ONE based 
at Iwakuni, Japan. I reported aboard for this duty on 15 August 1956. 

In 1940 I commenced flight training at Pensacola being at that time 


23 years old. World War II service consisted primarily of ASW work in 


the western and eastern Atlantic in PBO, PV-3, PV-1, PB4Y~-1 types of 


aircraft. Following the war I saw service on Guam and in Asia in PBLY~2s, 


General Line School at Newport, the Bureau of Aeronautics, a Patrol unit 
of P4M-1Q planes in Port Lyautey, CNABTRA at Whiting Field, Naval War 
College after which, I reported at NAS Iwakuni to take Command of VQ-1. 
I was commanding officer of the squadron on the night of 22-23 August. 
when PAM-1Q plane number 124,362 piloted by Lieutenant Commander Milton 
HUTCHINSON was lost at sea on a routine reconnaissance patrol flight. 

Since the Executive Officer had been acting commanding officer 
pending my arrival I assumed command on 20 August 1956, for I had had 
23 months in the same type patrol activity in the same type aircraft 
at Port Lyautey. 

The squadron mission is to conduct routine reconnaissance patrols 
over the Sea of Japan, Yellow Sea, East China Sea, and South China Sea, 
and is under the Administrative and Operational control of Commander 
Fleet Air Wing ONE, who also is Commander Taiwan Patrol, Pacific. 

The squadron had a standard patrol squadron organization with the 
exception that ECM was a major department, Thirty~three officers and 
approximately 190 men and 6 PAM-1Q aircraft were assigned. Aircraft 
Bureau Numbers included 124362, 124363, 124365, 124366, and 124368. 
The PLM~1Q Mercator is a long range patrol aircraft with four engines 
of which two are jets and two are reciprocating types. The aircraft 
grosses out just under 100,000 pounds with full crew and full load. 

Planes of the squadron are equipped with automatic pilot devices, 


These instruments are especially valuable on long patrol flights such 
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those conducted by VQ-1. Even so, the device requires the constant 
attention of at least one of the pilots, In areas such as those off 
the China coast the automatic pilot frees pilots of the actual require- 
ment of flying the plane to the extent that a more vigilant visual 
search can be conducted by the pilot aus copilot. 

The planes at the time displayed minimum conventional fleet mark- 
ings. General operational instructions for conduct of the patrol which 
were well known by the aircraft crews included the following: 

1. Abort missions in case of, 

a. Failure of navigational or electronic equipment. 

b, Hazardous weather conditions. 

c. Mechanical failure, 

d. Unidentified aircraft demonstrating hostile intent. 

2. Provoking or aggressive action or pursuit of unidentified planes 
by squadron aircraft was neither intended nor authorized. 

3. Squadron aircraft were to open fire only in self defense, 

kh. Aircraft were not to approach any closer to Commnist territory 
then an assigned flight track. (For LCDR HUTCHINSON's flight the as- 

- signed track provided that plane 124362 remain at least 40 miles off 
the Chinese Communist mainland at all times and that it approach no 
closer than 13 miles to any island along the route.) 

5, Position reports were to be made at intervals of not less than 
50 minutes and not more than 90 minutes. 

6. Planned departure from track to seaward was permitted as well 
as non~planned deviations at any time when necessary to ensure safety 
of flight. 

7. Position reports were required for non~planned deviations and 
every 30 minutes thereafter until back on track. 

A briefing of the entire crew was conducted by the squadron air 
intelligence officer on the morning of the day of the mission. This 
briefing included a review of the entire track to be flown, operational 
intelligence, emergency calls, currents, water temperatures, and other 
applicable subjects. 
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Briefing is accomplished by references to charts covering the 
areas to be flown on which is maintained by air intelligence personnel 
information that will be of assistance to pilots and crewmen in flying 
operational missions. 

Also during briefing a discussion is conducted concerning Chinese 
Commnist military aircraft and their characteristics and their capa- 
bilities, and what possibilities there are that any particular type of 
aircraft may be encountered on a patrol mission. 

Our personnel are well aware that the possibility always exists 
that aircraft with hostile intent may be encountered during a mission. 
Thus, although it is particularly stressed that planes must not deviate 
toward Communist territory from assigned patrol tracks, this require- 
ment is particularly emphasized by the possibility of meeting with an 
-unfriendly reception if they do deviate. I had personally attended 
only two briefings at this time since “I had been in the squadron only 
four working days preceding. psesuae I had been here such a short 
period of time, obviously I was not completely familiar with all the 
" detailed steps the crew went through in preparation for each flight. 

I had not made an operational flight in the squadron at that time. 
Based however, on former experience and what I have learned since, this 
crew was very completely briefed and properly prepared in every respect 
to successfully complete their mission. The weather briefing at that 
time sonstated of a onepel area run down including predicated winds 

of course, inasmuch as specific information was not disclosed as to 
where the patrol flight was to be conducted. 

Many requirements carried by other squadrons in the form of instruc- 
tions, such as maintaining a running DR plot, keeping the pilot informed 
as to wind changes, progress of flight, etc., were in fact being done 
by all patrol plane commanders that I have since flown with; therefore 
since LCDR HUTCHINSON who was considered to be an outstanding PPC, and 
because the general relative appraisal of personnel by other members of 
the squadron has since been confirmed by ny observation of their ob- 


servations, I can only conclude that all preflight requirements were 
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conducted with a great deal of prudence. 
. This particular flight was being personally followed, as all were, 
by a squadron duty officer. ENS SUNDER had the duty on the night of | 
22 August. This watch was and still is maintained in Fleet Air Wing 
SIX Air Plot. 
LCDR HUTCHINSON and his crew were assigned this flight as a routine 
matter of it being their turn for a patrol. Based on subsequent evalu- 
ation it appears to me that the crew assigned was above average in ex~ 
perience and capable of successfully accomplishing this mission. This 
observation is based on hindsight, of course, on my part, 
The officers and enlisted ease aboard plane 124362 when it left 
Iwakuni were as follows: 
Lieutenant (junior grade) James B. DEANE, 536882/1310, U. S. Navy 
lieutenant (junior grade) Francis A. FLOOD, Jr., 569963/1310,U.S. Navy 
Lieutenant Commander Milton HUTCHINSON, 2781,87/1317, U.S. Naval Reserve 
Lieutenant Commander James W. PONSFORD, 319469/1352, U. S. Navy 
BARBER, Donald Wayne, 429 74 70, AT2, U. S. Navy 
CARON, Warren Edgar, 422 30 03, AOQ2, U. S. Navy 
CURTIS, Jack Albert, 451 56 2h, AT3, U. S. Navy 
HASKINS, William Frederick, 666 27 68, AT1, U. S. Navy 
HUMBERT, William Michael, 281 90 43, AQ3, U. S. Navy 
LOUNSBURY, Harold Edward, 382 29 69, ADI, U. S. Navy 
MATTIN, Albert Perry, 954 50 10, ATI, U. S. Navy 
SPRINKLE, Donald Eugene, 456 83 97, AT3, U. S. Navy 
STRYKOWSKI, Leonard (n), 452 14 32, AT2, U. S. Navy 
YOUNG, Lloyd Lawayne, 373 85 93, AD3, U. S. Navy 
MESSINGER, Carl Edwin, 628 36 75, AT2, U. S. Navy 
POWELL, Wallace Winslow, 444 51 67, AE2, U. S. Navy 
LCDR Fred E, STRUTHERS also had been assigned a patrol flight for 
the same night to be conducted in plane number 124364 over approximately 
the same track as that assigned LCDR HUTCHINSON. The two planes were’ to 
take off sometime after 1900 local time 22 August from Iwakuni. The 


patrol route assigned to LCDR Milton HUTCHINSON was as follows: 
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Take off from Iwakuni, Japan at approximately 1000 GCT (1900 local 


zone plus nine time) 22 August. Altitude to be maintained was to. be 


_ less than 8000 feet at all times. True air speed was to be varied at 


discretion but to be usually maintained at about 180 knots. 

Proceed on course to make good 25) degrees true, distance 95 miles 
to Fukuoka, Japan, where turn to a course to make good 269 degrees 
true for a distance of 437 miles to arrive at Latitude 33-31 North, 
Longitude 121-34 East. This was the entry point to a perimeter track 
south along the Chinese coast. 

From Latitude 33-31 North, Longitude 121-34 East proceed on course 
to.make good 151 degrees true for a distance of 162 miles to Latitude 
31-LOvNorth, Longitude 123-15 Bast where turn to course to make good 
163 degrees true. Proceed on this course a distance of 60 miles to 


! 


Latitude 30-12 North, Longitude 123-35 East, where turn to course to 


make good 207 degrees true. 


Proceed on course to make good 207 degrees true for a distance of 
138 miles to Latitude 28~LO North Longitude 122-2) East where turn to 
course to make good 113 degrees true a distance of 308 miles to Naha, 
Okinawa. 

The patrol route assigned LCDR STRUTHERS was flown as follows: 

Take off from Iwakuni, Japan at approximately 1000 GCT (1900 local 
zone plus nine time) 22 August. Altitude to be maintained at less than 
8000 feet at all times. True air speed to be varied at discretion but 
to be usually maintained at about 180 knots. 

Proceed on course to make good 254 degrees true for a distance 95 
miles to Fukuoka, Japan, Where turn to a course to make good 260 degrees 
true for a distance of 185 miles to Latitude 33-10 North, Longitude 126- 
52 hast. At this point turn to a course to make good 265 degrees true 
and proceed 238 miles to Latitude 32-50 East Longitude 122-10 East. 
From this point turn to south and proceed on a course to make good 151 
degrees true and proceed for a distance of 115 miles to Latitude 31-10 
ast, Longitude 123-15 East. Here turn to a course to make good 163 
degrees true and proceed for a distance of 60 miles to Latitude 30-12 


North, Longitude 123-35 East where turn to a course to make good 207 
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degrees true for a distance of 105 miles to Latitude 28-38 North 


Longitude 122-40 East. Here turn to a course to make good 209 degrees 
true and proceed for a distance of 103 miles to Latitude 27-08 North, 
Longitude 121-45 East where turn to a course to make good 211 degrees 
true for a distance of 113 miles to Latitude 25-33 North, Longitude 
120-40 East. 

Here turn to a course to make good 225 degrees and proceed for a 
distance of 79 miles to Latitude 24-38 North, Longitude 119-40 East 
where turn to make good a course of 163 degrees true and proceed 106 
miles to Tainan, Taiwan, 

Neither of these particular patrols including any plenned devi- 
ations from the assigned track and no reports of such were received 
from either aircraft. 

The following information is all that was received by radio from 
LCDR HUTCHINSON's plane: 

A message stating that the plane has taken off at 1120 GCT 22 August; 
(out report), 

A message stating that the plane's 1230 GCT position 22 August was 
Latitude 33~32 North, Longitude 128~18 East; 

A message stating that the planets 1330 GCT position, 22 August was 
Latitude 33-51 North, Longitude 12h-46 East; . 

A message stating that the planets 1445 GCT position 22 August was 
Latitude 32-48 North, Longitude 121-56 East; 

A message stating that the plane's 1545 GCT position 22 August, was 
Latitude 29-48 North, Longitude 122-58 East; 

An emergency transmission at 1619 GCT, 22 August, stating that 
plane was under attack by aircraft. 

Nothing more was heard’ from plane 124362, 

On 24 August 1956, I was notified by dispatch that the body of 
Albert MATTIN, 954 50 10, AT1, U. S. Navy, one of the members of the 
crew of plane 124362, and a quantity of debris had been recovered by the 
USS DENNIS J. BUCKLEY (DD-808) at 0240 GCT on 24 Ropast at Latitude 30- 


23 North, Longitude 123-03 East. This body subsequently was returned 
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to the medical dispensary at the U, S. Naval Air Station, Twakuni, where 
the remains were examined and affirmatively identified as those of 
MATTIN. 

On 29 August 1956, I was notified by dispatch that the body of 
LCDR James PONSFORD, 319469, U. S. Navy, had been recovered by the 
USS TAUSSIG (DD-746) at 0824 GCT 29 August at Latitude 30-22 North, 
123-12 East. This body subsequently was returned to the medical 
despensary at Iwakuni where the remains were examined and identified 
as those of LCDR PONSFORD. 

The debris also was returned to Iwakuni where it was examined and 
determined to be from the missing plane, leaving no doubt but that 
P4M~1Q 124362 was lost at sea, The nature of damage to the debris, 
showing great impact, probable explosive and definite fire damage indi- 
cate that the plane must have struck the water with great force after 
a fire or explosion in the air, The nature of charring and burning of 
recovered parts of the wreckage indicated further that there must have 
been a fire on the water after the plane struck, 

Among the articles recovered was a parachute harness with the name 
of HUMBERT, one of the crewman of plane 124362, stamped on it, and the 
flight jacket of LOUNSBURY, who was Plane Captain for the flight. His 
squadron issue number was stamped on the jacket. 

A nearly perfect 37 MM projectile was removed from one of the re- 
covered bomb bay tanks, and examination showed that the projectile had 
forcibly penetrated the tank. 

To the best of my knowledge aircraft Bureau Number 124362 was in 
e600 mechanical condition eloe tc departing on this patrol. There had 
been a radar discrepancy in which the presentation had turned 25°, as I 
recall, to the right. This discrepancy was reported as having been 
corrected, and I was informed later that the whole unit which had 
caused this had been replaced, The radar operator on this flight 
moreover was aware of this previous discrepancy. 

The PAM is armed with three twin turrets of which the bow is 20 MM, 


deck 50 cal. and tail 20 MM. Each turret had 800 rounds of ammunition 
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/ aboard. The squadron policy was to wh turrets 100 miles away 


from track entry point. Obviously these turret. operators who’ are also 
lookouts depend on visual sightings on which to make reports, Their 
instructions included requirements for reporting altitude, true air 
speed, all lights, and location of the aircraft by the clock method, 

and whether high, level, or low. They were also instructed to open fire 
if another aircraft was firing on them. If time was at all available 
the PPC was to be appraised of the situation before opening fire. We 
do not know whether plane 124362 fired on the night.of 22 iacuey: 

I have considered many times what might have happened to LCDR 
HUTCHINSON in regard to navigation on the night his plane was lost. 

And now of course in preparing this statement I am asked to attempt 
some explanation as to what I think may have happened. 

First, in this regard it may be well to explain the policy in the 
squadron in respect to navigational procedures. It is obvious that the 
nature of our operations are such that great reliance mst be placed on 
navigational accuracy, and yet this accuracy must be attained under a 
variety of difficult conditions 

Our planes are equipped for radar, loran and celestial navigation. 
Yet, because of the rigid navigational requirements and the desirebility 
of maintaining an accurate dead reckoning plot we rely almost entirely 
on radar navigation. Loran is not dependable in the area we cover, and 
celestial navigation is not accurate enough for the precise navigation 
required for the Accomplishment of our mission. Also the obtaining and 
working out of a three star fix is so time consuming that it is not con- 
sidered advisable for the navigator to spend this much time away from 

oy He 
“iting plot. 

On the P4M-1Q aircraft the navigator is left almost completely to 
himself during a patrol. The plane itself operates darkened and without 
external lighting. ‘The navigator, however, necessarily must do his work 
under light and this he does ina compartment just forward of and beneath 
the pilot and copilot. While the pilot.is: in continuous communication 


with the navigator and may discuss the progress of the flight he usually 
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does not physically supervise or Siete the navigator's work. 


The pilot further is able to monitor conversation between the 
navigator and radar operator. The pilot also as plane commander ap- 
proves, prior to their transmission by radio, the navigation position 
reports that are prepared by the navigator. 

Because of the nature of our work our planes do not have the ad- 
vantage of continuous use of radar during a patrol, There have been 
some rumored. complaints from the Chinese Commnists that we are jam- 
ming their radars. Although jamming is not the intention, on the 
other hand apparently our navigational radar apparently does interfere 
to some extent with some of their equipment and thus we operate this 
radar a minimum of time, not because of interference but because we — 
do not wish to afford any of their aircraft or equipment an opportunity 
to home on our radar signal. 

Further, we operate our navigational radar principally on sector 
scan. Thus in going south along track we usually would search only 
to the starboard or west side toward the Chinese mainland to obtain 
navigational fixes with only occasional full 360 degree sweeps. 

These limitations on radar use must be weighed against the very real 
possibility of encountering hostile aircraft if the radar is used con- 
tinually. 

Added to this unrewarding situation is the fact that radar navigation 
is additionally complicated by the unsatisfactory radar information that 
may be obtained from landmarks along the Chinese mainland. For instance 
landfall by radar at the turning point of the perimeter track is diffi- 
cult because the coast line is low swampy terrain, 


Different navigational points along the coast often present similar 


‘pictures although located far apart and thus at times it is difficult 


to identify a particular point with accuracy. On the change of tides 
the entire coastal picture may alter considerably, 

Often there is a heavy buildup of frontal weather which will give 
false information unless thoroughly evaluated. And evaluation, which 
is difficult under any circumstances, becomes even more so when the 


radar is operated intermittently. 
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During windy or stormy periods sea return will interfere with the 
radar picture and possibly block out navigational landmarks. 

On the attached exhibit I have caused to be reconstructed the track 
of the patrol flight: assigned to LCDR HUTCHINSON for the night of 22- 
23 August. Also I have caused to have set down on this same chart the 
navigational positions reported by LCDR HUTCHINSON's plane. Further, 
there have been plotted the geographical location of the two bodies 
and debris recovered by the two destroyers. It is noteworthy that these 
two bodies were recovered five days apart yet they were at the same 
latitude although LCDR PONSFORD's body, being last recovered, was 8 miles 
further to seaward, 

On the basis of the conditions experienced by LCDR STRUTHERS on his 
flight through the same area that night it does not appear likely that 
LCDR HUTCHINSON's plane ever reached the geographical point that was . 
reported at the plane's 1545 GCT position. To have done this, and to 
have made any conformance whatsoever to the assigned track would have 
required something like an over the ground average speed from Iwakuni — 
of about 180 knots. LCDR STRUTHERS up to this point had experienced an 
average speed over the ground of about 153.5 knots and it is logical 
that LCDR HUTCHINSON actually made about the same average speed as 
LCDR STRUTHERS up until the time he reported being attacked. 

LCDR STRUTHERS has reported that during his flight he encountered 
winds up to 60 knots velocity from the south. I can say that I personal- 
ly reconstructed LCDR STRUTHERS flight down to a point near the 1545 GCT 
positions reported by LCDR HUTCHINSON and that I have determined that 
LCDR STRUTHERS encountered an average true wind from 168 degrees at 50 
knots for that part of his flight from Iwakuni to Latitude 29-28 North, 
Longitude 123-05 East. It appears to me that the factor which had the 
most influence on LCDR HUTCHINSON's activities that night was the wind. 
It had a noticeable effect on the progress of LCDR STRUTHERS! plane, his 
speed over the ground at times being as low as 125 knots. This effect 
of this strong wind was not apparent at the time and although LCDR 


STRUTHERS' navigator was aware that wind conditions were unusual he did 
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not become fully aware of 


























work on completion of his flight. 

IT am sure that winds of this intensity must have caused considerable 
sea return on the radar scopes. Further, I am sure that these winds 
which were unpredicted and unusual must have had some effect on LCDR 
HUTCHINSON! s plane on its westerly flight to reach the perimeter 
patrol turning point. 

To a great extent the factor which really is important in the 
evaluation of LCDR HUTCHINSON's flight is the probable point that he 
turned to the south after his westward leg. On his flight across to 
the perimeter point LCDR STRUTHERS experienced unexpected winds which 
blew him 18 miles north of his planned entry point. 

By examining LCDR HUTCHINSON 's 1230 GCT and 1330 GCT reported po- 
sitions it can be seen that he had already drifted 18 miles north of | 
his assigned track when only about halfway along the westerly leg. It 
is assumed that he took some action to correct this situation, but on 
the other hand it is probable that he did not correct enough thus causing 
him to make his perimeter entry some distance to the north of where he 
had expected to enter. . 

The fact that LCDR HUTCHINSON delayed until 1445 GCT or 15 minutes 
beyond the hour in sending a position report indicates there may have 
been some difficulty in obtaining a radar fix after reaching the perimeter. 
His subsequent 1545 GCT report further indicates that little reliance 
apparently was placed in the previous 145 report. Because of the re- 
quirement that radio transmissions be kept to a minimum, position re- 
ports are not corrected on the basis of a later and better fix but 
instead the board is, in effect, "wiped clean" by a subsequent report, 
Thus his 1545 GCT report indicated that LCDR HUTCHINSON had disregarded 
the previous 145 GCT report as unreliable and that actually he thought 
he was in the position reported at 1545 GCT. 

Tt would be unrealistic to assume that LCDR HUTCHINSON placed the 
same reliance in both the 1445 GCT and 1545 GCT reports for to have 
flown between these two points and at the same time to have conformed 


to some degree to the perimeter track would have required a speed over 




















Regardless of the navigational accuracy of the 1445 report however, 






it has some value in indicating the distance off the Chinese mainland 
that the plane was at the time of report. 

LCDR HUTCHINSON's reported 1545 GCT position is a strong indication 
that he believed that he had already passed the islands off Hang-chou 
Wan and that he was now on the last leg of his perimeter mtrol. It 


cannot be stated affirmatively how he came to believe that he was so 


far south but possibly the frontal weather buildup in the area had 


provided false ‘radar landmarks and intermittent fixes had been based 
on poor information. 

On the basis of where he apparently thought he was at 1545 GCT 
LCDR HUTCHINSON there was probably on the course called for on that 
leg of his patrol, or in other words course to make good 193 degrees 
true, inasmuch as he was reporting himself inside his track and thus 
probably would have been steering to intercept his next patrol turning 
point. | 

This would indicate then that at least for the time between 1545 
GCT and 1619 GCT when he reported under attack that LCDR HUTCHINSON 
must have been pursuing a course which was causing him to close toward 
the Chinese coast and possible more dipectiy toward the islands off 
Hang-Chou Wan. 

Because of the intense wind conditions on that night which I be- 
lieve caused considerable sea return out to at least 50 miles on the 
radar scope it is possible that these islands may have blocked out 
thus leaving the pilot and navigator with no indication that they were 
approaching land, or further, if they felt they were mach farther south 
the radar may have been looking only to the west and not to the south. 

As Tt have said before I believe on the basis of the location of the 
bodies of LCDR PONSFORD and Albert MATTIN, that the plane probably went 
down in that immediate vicinity, or in other words at approximately 
Latitude 30-23 North, Longitude 123-00 East, 


If we assume at this time the plane was on the course it would have 
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the 1545 GCT reported iecitian. 
then the plane was flying on ‘course 193 degrees. Further, it must have 
been on this course at least since 1545 GCT. 

Finally, according to LCDR STRUTHERS' navigator their plane at this 
point was making about 125 knots good over the ground, so LCDR HUTCHINSON 
probably was making about the same speed. Thus if he had been flying 
on course 193 true for at least 3) minutes that means he approached his 
probable crash point from the neighborhood of Latitude 32-18 North, 
Longitude 123-10 East, or in other words from a position approximately 
on his assigned patrol track. 

I have examined the statement made by Communist Chinese authorities 
which was transmitted to British Charge! D' Affaires at Peiping on 
27 August, concerning this unfortunate incident. 

In that statement the Chinese Communist claim that their forces 
shot down a Chinese Nationalist aircraft on the night of 22-23 August 
although they are unaware of having shot down a U. S. plane. At the 
same time they express regret if the plane was instead a United States 
naval aircraft. 

I am quite sure the Chinese Commnists are fully aware that the - 
plane shot down was a United States plane. On the basis of the wreckage 
recovered it is logical to assume that additional wreckage could have 
been recovered by Chinese Communist sources. Additionally, the return 
of two of the crew members of the plane from the Chinese Communists 
should have been sufficient indication to them that they had shot down 
one of our planes. 

I note that the Chinese Communists contend that the plane "intruded" 
over the Ma~An islands, and that it continued to "intrude" over the 
Cheng Tze islands until it encountered Chinese Communist aircraft over 
Huang Tse Shan island when it immediately flew off on a southeasterly 
direction. 

The position of recovery of the bodies of MATTIN and PONSFORD indi- 
cates that the plane probably crashed in the area of Latitude 30-23 North, 


Longitude 123-00 East. As this position is well within international 
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waters it appears that the attack was tes Further, as the 
plane was approaching from the north on a probable course of about 

193 degrees true it is not understood how the plane could have been 
found over the islands referred to by the Chinese Communists. 

Further, this plane under no circumstances should have been con- 
sidered an intruder. Orders to this plane were to fly along a peri~ 
meter track at least 40 miles to the seaward of the Chinese mainland, 
Planes of the squadron had flown this track many times before and there 
had been no "intrusions" nor had there ever been any aggressive action 
by one of the planes of the squadron. There is no such thing as a 
"planned violation" such as is described in Chinese Communist oe 

If the plane did in fact unadvertently fly over or close to any of 
the islands off the Chinese mainland it was entirely unintentional and 
due either to a navigational error or some type of mechanical failure. 

The fact that the plane had made routine position reports and that 
it had made no reports of difficulty other than that it was under at- 
tack by aircraft at 1619 GCT 22 August is a conclusive indication that 
the members of the plane were unaware of anything out of the ordinary. 

Further, the fact that the radio log, which was maintained at this 
base, shows that the plane's radio transmitter died out immediately 
after making the emergency transmission at 1619 GCT that it was under 
attack is an undeniable indication that the plane was damaged immedi- 
ately and severely without being offered an opportunity to withdraw 
after appropriate warning. 

There can be no doubt as stated by the Chinese Communists that the 
plane flew off, or at least attempted to fly off in a southeasterly di- 


rection, for this would have been a proper withdrawal course if the plane 


had inadvertently approached too closely to the islands off the coast, 


The patrol mission assigned to the crew of plane number 12/362 on 


the night of 22 August 1956 was not aggressive in character, nor were 


any members of the crew briefed to perform aggressive acts during the 


patrol. The patrol activity which the plane was to conduct was solely 


passive and of peaceful nature, and only for routine intelligence 
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purposes, which were not intended to interfere with any activities 
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being conducted within the limits of Communist China, 
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Sworn to before me wis Tnrthe day ot Qyvwl) 1957 
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I have the authority to take oaths in accordance with PL 508, 
8lst Congress, C. 169, Sec. 1. 


Crs Tie 





Commander, Fleet Air Wing ONE 
U.S.S. SALISBURY SOUND 
Buckner Bay, Okinawa . 



















M.F¥. BARFIELD, having been duly sworn, deposes and says: 
I am a Commander in the United States Navy. I am at present Operations 
Officer for Commander, Fleet Air Wing ONE who is also Commander, U.S. Taiwan 
Patrol Force and is Operational Commander for Electronics Countermeasures 
Squadron ONE. 
As Operations Officer, I have cognizance of the operational provisions 
concerning the conducting of reconnaisance patrol flights by Electronics 
SGuadron ONE. 
On the night of 22 August 1956 when P4M Bureau Number 124362 of ECMRON 
ONE was lost it was conducting a routine reconnaisance patrol mission 
assigned by Commander, Taiwan Patrol Force < accordance with directives fro 
competent higher seme 
| Generally, the operational provisions at that time which were applicable 
to conduct of reconnaisance patrols were as follows: 
Planes were not to approach any closer to Commmist territory than 
the assigned patrol flight track, which in the case of plane 124,362 re- 
quired that it remain at least 40 miles to seaward of the Chinese Communist 
mainland at all times and that no island off the Chinese Communist mainland 
be geuucached closer than 12 ‘ilies | 
Briefings of the crew were to cover weather and operational information 
essential to sceouplisuent of the assigned patrol. Emergency procedures 
and duties of the flight crew also were to be covered, 
Flights were to be discontinued if there should be a failure of 
navigational or electronics equipment, if hazardous weather conditions shoul 
develop, if there should be an aircraft mechanical failure, or if unidenti- 


fied aircraft should approach the plane demonstrating hostile intent. 
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authorized. Patrol aircraft were to open fire only in self-defense. 


The plane was to be prepared to identify itself upon request. 
Position reports by latitude and longitude were required during the 
50 Mt 

patrol at intervals of not less than +5 minutes and not more than 90 minutes. 

Flight altitude was not to exceed 8,000 feet. 

Previously planned departures from the patrol track to seaward were 
permitted. 

Non—planned deviations were authorized when necessary to ensure the saf 
of the flight, 

Position reports were required for non-planned deviations of more than 
20 miles at the point of deviation, and every 30 minutes thereafter until 
back on track. 

‘Base personnel were to maintain a track of the flight. 

The patrol mission assigned to plane number 124362 on the night of 
22 ee 1956 was not aggressive in character, nor were the members of the 
crew to be briefed to perform aggressive acts during the patrol. The 
patrol activity which the plane was to conduct was solely passive, of 
peaceful nature, and only for normal intelligence purposes which would not 
and could not interfere with any activities being conducted within the 


territorial limits of Communist China. 
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Sworn to before me 


da 
on this iki ed Day of Ree 1957. 





I have the authority to take oaths in accordance with PL506, Slst Congress 
C. 169, sec. 1 


by 





